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Acronyms / Abbreviations

BIL Bipartisan Infrastructure Law

CRISI Consolidated Rail Infrastructure and Safety Improvements
DOE Department of Energy

EPA Environmental Protection Agency

EV Electric Vehicle

EVSE Electric Vehicle Supply Equipment

FCE FuelCell Electric

HB House Bill

JA Jurisdictional Area

kw Kilowatt

kgH2 Kilograms of Hydrogen

LID Low Impact Development

MW Megawatt

NWQ Northwest Quadrant

PM2.5 Fine Inhalable Particles, with Diameters that are Generally 2.5 Micrometers and Smaller
SAS Sustainability Action Study

SLCDPU | Salt Lake City Department of Public Utilities
SITLA School and Institutional Trust Lands Administration
SLC Salt Lake City

SLCRDA @ Salt Lake City Redevelopment Agency
SLGW Salt Lake Garfield & Western

SR State Route

SWPPP | Stormwater Pollution Prevention Plan

TEU Twenty-Foot Equivalent Units

UDEQ Utah Department of Environmental Quality
ubOT Utah Department of Transportation

UDWR Utah Division of Wildlife Resources
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UIPA

uUpP

UTA

V2B

V2G

Va2v

WEFRC

ZE

ZNZE

Utah Inland Port Authority
Union Pacific

Utah Transit Authority
VehicleTo-Building
VehicleTo-Grid
VehicleTo-Vehicle

Wasatch Front Regional Council
ZeroEmission

Zero and NearZeroemission
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Action Study?

Why Is Sustainability Important
to UIPA?

The Utah Inland Port Authority (UIPA) jurisdictional area
(JA) covers approximately 16,000 acres in northwestern
Salt Lake City (SLC), as well as parts of northern West
Valley City and Magna Town. This area is significantly
larger than many well-known maritime ports in the United
States (US), including the Port of Los Angeles (7,500
acres), the Port of Savannah (1,345 acres), and the Port
of Seattle (570 acres).

T h e a signiicans amount of undeveloped land
represents both an opportunity and a challenge. The
region has experienced recent growth in freight activity, a
trend that is expected to continue over the coming
decades alongside regional population growth, e-
commerce demand, and nearby multimodal transportation
facilities. However, portions of the JA include
environmentally sensitive lands, such as migratory bird
nesting areas and other wildlife habitats, critical natural
and water resources, open space, and other important
features. It is thus necessary to balance industrial
development in the area with sustainable strategies to
mitigate any resulting adverse environmental or quality-of-
life impacts.

Why a Utah Inland Port Authority Sustainability

Economic Empowerment and
Environmental Stewardship

Sustainable economic growth is key to
meeting the needs of today and future
generations. To do so, it is essential to
protect and preserve environmentally
sensitive areas and critical natural
resources, adapt to the effects of climate
change, and minimize the negative impacts
of development and transportation on air
quality and resource availability. The
Sustainability Action Study (SAS) is a
strategic document that empowers balanced
economic growth by articulating a vision for
sustainable development and environmental
stewardship, along with how this vision can
be integrated into various decision-making
levels. The SAS also lays the foundation
for the development of UIPA's Master
Plan, which is intended to provide a
detailed roadmap for investments in
implementing the SAS's strategic
recommendations.

What Is the Foundation for Sustainability in the UIPA Area?

Ul PA6s duty t o encoupnmeqgiaprgactaneas is ananpbrant asgeet of fulfilling its

mi ssion. Even with existing mechanisms to guide
Quadrant Master Plan and Salt Lake Count y 6 ghe Warlsett
alone could achieve this vision. UIPA recognizes the tremendous potential for the northwest quadrant (NWQ)
to lead the region in sustainable development, and is, therefore, taking leadership in implementing a regional
sustainability visiontocr eat e economic opportunity while protectin
environment and communitiesd quality of 1ife.

devel
Gene

Ul PAds enabl i ng and UantateCedd Title 21gCGhapte58 and dtah House Bill (HB)
4430 tasks the authority with the cultivation of development projects that:

natur al environment a

t he

t he
t he

Respect areabs existing

Support continued growth of stateds econo
Improve air quality and minimize resource use

Work in concert with and coordinate the efforts of all applicable stakeholders

Develop incentives to encourage green technology adoption in supply chain

Implement world-class, state-of-the-art, zero-emissions logistics
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Ul PAds enabling | egislation also outlines certain gui
These are summarized in Figure 1 with the middle category acting as a bridge between the environment and
economy.

FIGURE 1: UIPA ENABLING LEGISLATION POLICIES AND OBJECTIVES

Environment and
Quality of Life

Respect and maintain
sensitivity to the unique
natural environment of
the area

Improve air quality and
minimize resource use
Encourage improved
emissions strandards
for class 5 through 8
designated truck traffic
entering the area

Facilitate an intermodal facility
Promote development and uses that
are compatible with or complement
uses in areas in proximity

Pursue land remediation and
development opportunities for publicly
owned land in the area

Establish a project of regional
significance

Encourage the development and use
of cost-effective renewable energy
Attract world-class businesses that

Economic Prosperity

+ Maximize long-term economic benefits

» Support land uses that generate
economic development

» Maximize the creation of high-quality
jobs

* Respect existing land uses and other
agreements

between property owners in the area

» Coordinate trade-related opportunities to

export Utah products
* Facilitate an increase in trade in the
region
= Support inland port uses in the area
» Facilitate the transportation of goods
* Promote the development of facilities

employ cutting-edge technology

that help connect local business to other
markets

» Take advantage of the area’s strategic
location, including the proximity to
transportation and other infrastructure

Source: UIPA amended legislation, HB 443, 2022.

This articulation is consistent with both UIPAand SLC6 s Vvi sSi on
NWQ:

statements regardi

UIPA Strategic Business Plan:

ata | adlrdsS Sydades GKS !'Lt! KFa I dzyAljdzS NERf
systemtoensurelon SNY &adzaildl AylroAfAide +FyR adtl
{[/ Q34 b2NIKsSaG vdd RN} yd aladSNItflyy
G¢CKS b2NIOKgSad vdzZa RNyl gAfft o0S  yS¢g adadl Ayl
DNBLFG {Ftd [F18 YR &AdNNBPdy RAy3 Sy @AiNRYYSy pedive
(KS /AG2Qa S02y2YAO FyR yIGdN}t NB&a2dNDS LINEGS
A .

The enabling legislation is explicit in its focus on implementing sustainable supply chain logistics, preserving

thenaturale nvi ronment, and minimizing negative externaliti
determines are designed to avoid or minimi2e negative
aU\M z z|z{gpughpsp{i }pzpvu igu hk giopk}

partnership, and education, among other mechanisms.

Tyg 443, Utah Inland Port Authority Amendments.
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https://le.utah.gov/~2022/bills/hbillenr/HB0443.pdf

Sustainability is at the heart of all/l Ul PAds partner s
HB 443 also notes an important limitation for UIPA: no land use or regulatory authority. Therefore, UIPA

cannot regulate private development activities or mandate certain ways or requirements for firms operating

within the JA. UIPA can, however, provide guidance, convene groups, leverage technology, and engage with

the community and industry to create a national model for equitable, sustainable, and smart logistics.

What | s Ul PAGs Sustainability F

UIPA is committed to realizing its sustainable development potential through coordination with all relevant
public and private stakeholders in the region. At a high level, the UIPA framework for sustainable
development consists of green, resilient, and equitable themes:

Green: carbon neutrality and net-zero emissions should be the aim of all development within the UIPA
JA. Through the identification and preservation of ecological zones surrounding the JA, UIPA can
encourage balanced development and pursue policies to avoid or minimize negative environmental and
health impacts. GHG analyses and sustainable development targets

will also guide Ul PA6s business part
developers that are willing to implement emissions reduction

technologies.

as the

Green Resilient

Indicators: Carbon Neutrality, Net Zero Emissiof&duction in Criteria Air
Pollutant Concentrations, Balanced Natural Resource Use

Resilient: developments should be purpose-built and increase the Equitable
capacity of the inland port area to withstand social, economic, supply
chain, and environmental events. Limiting negative development

impacts on the natural environment and local communities will be
essential to long term success of the project area. Land use strategies, therefore, will encourage dense
and diverse development that makes for an efficient port with minimal ecological impact.

Indicators: Impact Assessments, Hazard Mitigation

Equitable: communities affected by inland port area developments should be intentionally consulted as

part of planning processes to promote improved accessibility, economic opportunity, connectivity, health,

safety, and quality of life. Development should aim to integrate the JA, the natural landscape, and local
communities while creating the necessary environmental buffers. Creation of open  spaces, multi-use

empl oyment, and clustering devel opment all play a r

Indicators: Civic Participation, Environmental Justice

UIPA developed a set of sustainability strategies, identified technology and infrastructure needs, and
considered potential funding opportunities and finance mechanisms. To arrive at recommended sustainability
strategies that adhere to the green-resilient-equitable framework, the UIPA Sustainability Action Study (SAS)
uses the following elements:

1. Detailed assessment of existing land use conditions and development constraints within the
JA. This includes a review of existing local and regional planning information and an assessment of
zoning, property ownership, developed and undeveloped parcels, transportation assets, regulatory
issues, natural resources, and physical infrastructure.

2. Engagement with local stakeholders to gain a deeper understanding of the background and context
for what was on the ground and in process. The consulting team conducted outreach interviews with
several stakeholders to gain their perspectives as to how UIPA can contribute to both the economic
development of the JA and the protection of the local and regional environment. These stakeholders
ranged from local environmental organizations to state, regional, county, and local government
agencies, elected officials, community members, and business representatives. Their insight
contributed directly to the formation of the strategies presented in this document.

Ul UTAH INLAND
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3. Review of local planning documents developed by local and state agencies to collect valuable
cont ext and i dstanability strategigd. IR padicilarsthe documents listed in Figure 2
address the issue of sustainable development within the UIPA JA.

FIGURE 2: KEY GUIDING DOCUMENTS FOR THE UIPA SUSTAINABILITY ACTION STUDY

Document | Publishing Agenc overvi
Year Published verview

Covers the entire JA as well as adjacent and nearby sensitive natural areas.
NWQ Master Plan | Salt Lake . : : : : . .
. Strategiesdr this project, where relevant, align with and/or build upon content in
City, 2016
the master plan.

Provides an assessment of the NWQ prior to the construction of the new state
prison in the JA. This report highlights natural resource, habitat, and wildlife
challenges posed by development in the area and offers ideas for how to avoid
mitigate negativémpacts.

Highlights transformational changes needed for SLC to reachdonmgclimate
Climate Positive 2040 | Salt | goals. This plan represents a holistic approach for SLC government, businesses
Lake City, 2017 households to reduce carbon pollution and build resiliency to impacts and
vulnerabilities in avarming world.

West General Plan | Salt Lake| Establishes a vision and its associated strategies and goals for the developmen
County, 2022 communities across Salt Lake County.

Correctional Facility Site
Assessment Report | State of
Utah/Audubon, 2016

Outlines some bthe development impacts in the UIPA JA related to the natural
Strategic Business Plan | Utah environment. Further, it encourages careful planning to avoid the creation of ne
Inland Port Authority, 2022 negative impacts and minimize and mitigate any impacts that cannot be avoidec
offers highlevel approachefor both.

I nformed by the above el ements, the SASO66s sustainabil
key assessments:

1. Carrying capacity assessmentof t he built and natur al environmer
development. Most of the JA, particularly the developable portion, is zoned for industrial or
commercial use. However, there are challenges associated with developing parts of the JA due to
natural wildlife habitat, stormwater management, water and energy consumption, and other concerns.
The carrying capacity assessment in this SAS provides UIPA with a compilation of challenges the
sustainability strategies should address and guides the development of those strategies.

2. Zero-emission technology assessment to provide UIPA with options and associated costs and
benefits of implementing new and emerging zero- and near zero- emission vehicle and equipment
technologies. As freight activity is expected to increase with continued development, UIPA has the
opportunity to facilitate sustainable logistics that benefit businesses and communities near and around
the JA. This assessment gui des Ul Ruttidgedgt eechnobbgiesns r
that reduce emissions and contribute to air quality and energy efficiency improvements.

The remainder of this report will describe the existing conditions and carrying capacity analysis in detail and
provide a set of recommended strategies to guide sust
Additional information and analysis results can be found in the Sustainable Toolkit.
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What Are the Existing Conditions and Key Carrying
Capacities in the UIPA Jurisdictional Area?

Air Quality & Energy

The Wasatch Front area is in nonattainment for fine inhalable particles, with diameters that are generally 2.5
micrometers and smaller (PM2.5), sulfur dioxide, and ozone averaged over an 8-hour period,? meaning that
the amount and rate by which these pollutants are released into the air is in excess of the maximum levels set
in the National Primary or Secondary Ambient Air Quality Standard (NAAQS).® Thus, Utah Department of
Environmental Quality (UDEQ) has a State Implementation Plan for reducing emissions in order to achieve
attainment.

The planned and ongoing developments inside the UIPA JA have the potential to increase overall emission
levels unless the investments are directed towards net-zero emission goals. As transportation, particularly
medium- and heavy-duty trucking, contributes the largest share of emissions, moving toward zero-emission
(ZE) vehicles and reducing vehicle miles traveled are two key strategies to achieve these goals. The majority
of air quality impacts from development within the JA are primarily associated with emissions related to truck
and rail operations, as well as industrial equipment. Addressing emissions related to these sources that are
necessary for the operations of companies located within the area will be central to contributing to improved
air quality across the Wasatch Front.

It is critical that sustainability and air quality considerations be prioritized alongside trade
guj ki vuvtopi ukkj z_ amnable degpalokment pidion. a U\ M~ z

A key objective for UIPA is switching from conventional gasoline and diesel fuels to zero- and near-zero-
emission (ZNZE) fuels in the medium- and heavy-duty vehicle sector. The UIPA will need to utilize a diverse
set of available alternative fuels and technology options to meet the needs and scale of potential future
transportation operations in the area. Currently, the most viable ZNZE fuels for medium and heavy-duty trucks
include renewable diesel, renewable natural gas, electricity, and hydrogen, each with varying costs and
providing varying levels of emission reduction benefits.

Analyzing data on truck movements in and around the Wasatch Front is useful in understanding several key

items regarding the current vehicle operations in the JA, including where trucks drive to and from, how many

trucks drive to, from, and within the JA, and the share of trucks which are light-, medium-, and heavy-duty.

The Project Team combined sample truck GPS data analysis conducted in 2019 as part of the UIPA Initial

Strategic Business Plan with county-l evel truck trip forecasts from the \
(WFRC) Travel Demand Model (TDM) and the statewide TDM to estimate the number of annual truck trips in

the UIPA JA (Figure 3).4

2 EPA, Green Book, Current Nonattainment Counties for All Criteria Pollutants,
accessed 2022: https://www3.epa.gov/airquality/greenbook/ancl.html

3 NAAQS Website, Criteria Air Pollutants, 2022.
4 Wasatch Front Regional Council, Models and Forecasting i travel and Land Use Model Integration, accessed 2022.
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FIGURE 3: 2019 ANNUAL TRUCK TRIPS TO, FROM, AND WITHIN THE UIPA JURISDICTIONAL AREA

Annual Truck Trips Originating from UIPA

Traveling From UIPA To:

2019 Annual Truck Trips

Box Elder County

200 (Estimated)

Weber County 51
Davis County 1,396

Salt Lake County 14,326
Utah County 235

Out of State

Traveling To UIPA From:

Annual Truck Trips Destined for UIPA

70 (To and from UIPA)**

2019 Annual Truck Trips

Box Elder County

350 (Estimated)

Weber County 158
Davis County 1,888
Salt Lake County 14,289
Utah County 308

Out of State Reflected in the Out of State row above
Annual Truck Trips Internal to the UIPA JA
UIPA Internal 1,733

Source: Wasatch Front Regional Council Travel Demand Model for in-state trips; Utah Statewide Travel Model for out-of-state trips, 2022.
*Box Elder County is relatively new to the WFRC Travel Demand Model so the precision of modeled estimates may be lower than other
counties. Therefore, the number of truck trips in this ruwmtayrdoes est i
manufacturing and logistics facilities.

**Note: The relatively low number of out-of-state truck trips is based on estimations from WFRC and their assumptions.

When examined by route length category,® the vast majority of truck trips to, from, and within the JA are

relatively short; about 98 percent of all 2019 truck trips are estimated to have occurred to and from Davis

County, Salt Lake County, and within the JA itself. This has the potential to change as a result of increased

industrial activity from the development of the UIPA JA. While an exact percent change cannot be stated with
certainty, Oak Ridge NationalLabor at ory6s Freight Analysis Framework
percent of all 2050 truck trips may be short length (0 to 100 miles) and roughly 22 percent may be long length

(251 miles and above). Since the vast majority of truck trips are short haul, they are well-positioned for

alternative fuels like electrification.

The potential for transitioning the commercial fleet operating in the UIPA JA has implications for the type and
scale of charging and fueling infrastructure that may be needed to meet future demands. To provide UIPA
with a sense of the potential energy, power, and infrastructure needs to support future ZE vehicle
deployments, the project team developed three ZE vehicle deployment scenarios and used them to estimate
battery electric vehicle charging supply equipment (EVSE) and hydrogen fuel-cell electric (FCE) vehicle
fueling infrastructure needs and associated costs. The truck origin-destination data presented in the above
tables informed the creation of low, medium, and high scenarios for ZE vehicle deployments.

This section provides the summary results scenario assessment. The Sustainable Toolkit provides more
detail on ZE vehicle technology options, costs, charging and fueling needs, and adoption scenarios. The ZE
vehicle deployment scenarios result in the following key takeaways regarding charging and refueling
infrastructure needs:

Low EV Deployment Scenario

Assuming low deployment levels, approximately 14 dual-port electric vehicle (EV) chargers may be
required to service medium- and heavy-duty electric trucks in need of semi-public charging infrastructure
by 2050.

5 Analysis conducted based on Wasatch Front Regional Council Travel Demand Model and the Utah Statewide Travel Model, 2022.
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Needed charger power levels are estimated to range from 28 kilowatt (kW) to 71 kW (14 kW to 36 kW per
plug), depending on the route length category.

The estimated total charging power required for semi-public charging infrastructure ranges from 394 kW
to 671 kW, depending on whether trucks are assumed to make one or two roundtrips per day.

For the longest in-state routes and all out-of-state routes, fueling needs for hydrogen fuel cell electric
trucks are estimated to range as low as 200 kilograms of hydrogen (kgH2) per day and as high as 6,000
kgH2 per day, depending on how many FCE trucks refuel on a given day, which is currently uncertain.
The estimated EVSE hardware costs can range from $280,000 to $530,000 depending on the power
output ranges and number of EVSESs required.

The estimated EVSE installation costs can range from $270,000 to $294,000 depending on the power
output ranges and number of EVSESs required.

Medium EV Deployment Scenario

Approximately 25 dual-port EV chargers may be required to service medium and heavy- duty electric
trucks in need of semi-public charging infrastructure by 2050.

Needed charger power levels are estimated to range from 28 kW to 141 kW (14 kW to 71 kW per plug),
depending on the route length category.

The estimated total charging power required for semi-public charging infrastructure is estimated to range
from 759 kW to 1.3 megawatts (MW), depending on whether trucks are assumed to make one or two
roundtrips per day.

For the longest in-state routes and all out-of-state routes, fueling needs for FCE trucks are estimated to
range as low as 260 kgH2 per day and as high as 8,900 kgH2 per day, depending on how many FCE
trucks refuel on a given day, which is currently uncertain.

The estimated EVSE hardware costs can range from $550,000 to $995,000 depending on the power
output ranges and number of EVSEs required.

The estimated EVSE installation costs can range from $525,000 to $534,000 depending on the power
output ranges and number of EVSESs required.

High EV Deployment Scenario

Based on the assumptions of the High deployment scenario, approximately 42 dual-port EV chargers may
be required to service medium and heavy-duty electric trucks in need of semi-public charging
infrastructure by 2050.

Needed charger power levels are estimated to range from 28 kW to 118 kW (14 kW to 59 kW per plug),
depending on the route length category.

The estimated total charging power required for semi-public charging infrastructure is estimated to range
from 1.3 MW to 2.2 MW, depending on whether trucks are assumed to make one or two roundtrips per
day.

For the longest in-state routes and all out-of-state routes, fueling needs for FCE trucks are estimated to
range as low as 325 kgH2 per day and as high as 11,900 kgH2 per day, depending on how many FCE
trucks refuel on a given day, which is currently uncertain.

The estimated EVSE hardware costs can range from $935,000 to $1,710,000 depending on the power
output ranges and number of EVSESs required.

The estimated EVSE installation costs can range from $912,000 to $921,000 depending on the power
output ranges and number of EVSESs required.

As the above summary bullets show, the costs associated with battery-electric vehicle charging infrastructure
can vary widely depending on a number of factors, including the size and scale of the infrastructure, site-level
make-ready infrastructure upgrade needs, and electric utility distribution grid upgrade needs.

For FCE trucks completing the longest routes, Figure 4 shows a summary of estimated costs to build
hydrogen fueling stations based on the assumptions per the Low, Medium, and High deployment scenarios.
Total hydrogen fueling station costs are estimated to range from roughly $2.5 million to $2.8 million.
Importantly, however, these cost estimates are based on existing stations with relatively low daily throughput
(180 through 350 kgH2/day).

Ul UTAH INLAND
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The size of hydrogen fueling stations depends on the future FCE trucks operating to, from, and within the
UIPA JA, which is somewhat uncertain because the number of trucks estimated to require fueling on any
given day is not certain. Based on the analysis presented above, between 5,800 kgH2 and 11,600 kgH2
would be the estimated annual hydrogen fueling needs. If out-of-state truck trips completed by hydrogen FCE
trucks are seasonal, then larger fueling stations may be required, as that would entail a larger number of
trucks refueling on any given day.

UIPA developed costs of larger hydrogen fueling stations based on data from the US Department of Energy
(DOE). The data indicates that capital equipment cost estimates for new fueling stations developed in
California varied between $1,200 and $3,000 per kgH2 dispensed per day in 2016 dollars.

FIGURE 4: SUMMARY OF HYDROGEN FUELING INFRASTRUCTURE COST ESTIMATES BY DEPLOYMENT SCENARIO

Low Deployment Scenario .

Est. Daily Fuel Reference Station Est. Station Est. Station

Equipment Installation
Throughput (kgH2)  Throughput and Source costs Costs

$1,750,000 $800,000

Route Length Type

HightFCE (Combined-Btate 194 180 (California Energy
and Outof-State Trips) Commissiori)

Medium Deployment Scenario

Est. Station Est. Station

Equipment Installation
costs Costs

$1,900,000 $900,000

Est. Daily Fuel Reference Station

Route Length Type Throughput (kgH2)  Throughput and Source

HighFCE (Combined-Btate 259 350 (California Energy
and Outof-State Trips) Commissioni)

High Deployment Scenario

Est. Station Est. Station

Equipment Installation
costs Costs

$1,900,000 $900,000

Est. Daily Fuel Reference Station

Route Length Type Throughput (kgH2)  Throughput and Source

HighFCE (Combined-Btate 323 350 (California Energy
and Outof-State Trips) Commission)

Source: ICF Analysis, CEC Station Cost Estimates and Hydrogen Energy.Gov; *Reference station is a gaseous delivery station providing 180 kg
of H2 per day; **Reference station is a liquid delivery station providing 180 kg of H2 per day.

The varying results across scenarios underscore how charging infrastructure needs and associated costs
may change as truck operating conditions change at the UIPA JA.

Importantly, the projected number of out-of-state truck trips to and from the UIPA JA, as reported in the Utah
Statewide Travel Model, are low projections. As the area develops, increased truck traffic is expected, and the
projected 177 annual truck trips by 2050 may be an underestimate. The Sustainable Toolkit provides more
detail on the results of alternative data analysis.
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https://www.energy.ca.gov/sites/default/files/2021-04/CEC-600-2017-002.pdf
https://www.hydrogen.energy.gov/pdfs/21002-hydrogen-fueling-station-cost.pdf

Natural Areas and Stormwater Management System

The UIPA JA's soil type provides poor natural drainage. Moreover, the depth to groundwater based on this

soil type is generally 4 feet or less, which means that stormwater infiltration potential is low to infeasible. As a

result, stormwater management is a critical factor in the development of new facilities or maintenance of the
existing ones across the UIPA JA. The sitebds poor nat
wetlands, and playas (Figure 5 and Figure 6). Wetland areas remain even with artificial drainage like

channels, ditches, and drains constructed for agriculture.

Utah is the Nationbés second driest state and has expe
multiple years.® Therefore, incentivizing low water using businesses to locate or expand to the jurisdictional
area and encouraging water conservation practices as well as water usage reporting among businesses in
the area is crucial for the preservation of limited water resources and replenishment of the Great Salt Lake.

FIGURE 5: SOIL TYPES WITHIN THE UIPA JURISDICTIONAL AREA
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In addition to wetlands, other important natural areas exist in the JA, including environmentally sensitive lands

such as bird nesting areas and wildlife habitats. The Lee Kay Wildlife Conservation Area, owned and

managed by the Utah Division of Wildlife Resources (UDWR), is home to many species of birds. The Great

Salt Lake, Il ocated to the north and west, is consider
resources and habitats for migratory birds. The nearby Inland Sea Shorebird Reserve, South Shore Preserve,

Gillmor Sanctuary, and Salt Lake City Airport Wetland Mitigation Site are other important natural resources.

While there are no related constraints for developing the vacant land within the JA outside of a 400-feet-wide

6 Utah Department of Natural Resources Drought Update, October 7, 2022: https://naturalresources.utah.gov/wp-
content/uploads/DroughtUpdate100722.pdf
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eco-industrial buffer (displayed on Figure 11), development, particularly in the northwestern portion of the JA,
has the potential to significantly impact wildlife, water resources, and natural habitats in nearby areas.
Therefore, any development within the JA must account for nearby natural resources, and apply LID
practices, so that negative impacts from development can be avoided or, at a minimum, mitigated.

FIGURE 6: FLOODPLAINS AND WETLANDS WITHIN THE UIPA JURISDICTIONAL AREA

Open Space Corridors

The Salt Lake City Open Space Lands Program, established in 2003, identified parcels of undeveloped land for ac
and uses, such as nature preserves, pedestrian and bike trail corridors, geologically sensitive areas, nativi
communities, and higitat conservation areas. As part of the program, trail corridors were identified to connect the Ic
communities with the existing park systems.

Source: Salt Lake City Open Space Acquisition Strategy, 2010.

Figure 7 presents the components of the existing stormwater management system in the NWQ area. As shown,
the area has a system of agricultural ditches and canals, as well as several drains that can direct current levels
of stormwater runoff. Overall, the challenge for stormwater in the area is building a system that effectively moves
and treats water prior to reaching the Goggin Drain (water is delivered to the Goggin via the Surplus Canal),
which feeds directly into the Great Salt Lake. Although Goggin Drain has capacity to accept stormwater, it does
not dictate any specific maximum for the amount of land that can be covered by new buildings. A portion of
each new development site would need to be reserved for stormwater flow control unless a direct discharge
system to the Goggin Drain or the Great Salt Lake can be developed. Other direct receiving water would also
need flow control, which includes all the land south of Interstate 80 (I-80) and much of the southern portion of
the JA below the Jordan River meander water feature.
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